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2 I‘.‘ Forwarded, concurring with the conclusions and recommendations of the
lcd“ Board and previous endorsements thereto,

g Special attention should be directed to providing height finding radar
3 use by the final controller,
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m on VMA-324 AAR Serial 13-55 concerning the accident of
ADLB Bulo 132339 occurring 13 December 1955 Pilot REUSSER

g Officer, U.8.8. LAKE CHAMPLAIN (CVA-39)

: Operstions (OP-57)
B gﬂ Division TWO
w Adr Force, U. S. Atlantic Fleet
Director, Naval Aviation Safety Center
. Subj: MarAttsckRon 324 Adrcraft Accident Report Serial 13-55; forwarding of
3 3. Porwarded m with the conclusions and recommend: tiona of the AAR

_‘*‘* and the remsrks made in the $izes Endorsesent.

e W ”hwh. taken to insure no conflict with the CCA pattern while it
~ 1s being used,
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CARE OF rx.m'ros'rorncs CVG=6 3 JEL: pwg
NEW YORK, NBW YORK Ser: 9

S Ju:mry 1956

m ENDORSEMLNT on VMA=324 AAR Serial 13-55 concerning the aceident of
¥ - AD4B Bulo 132339 occurring 13 December 1555 Pilot REUSSER

From: Commander Carrier Air Group Six

- Tos Chief of Naval Operations ?OP-S’I)

~ Via: Commanding Officer, U.5.5. LAKE Ch.oTL.IN (CVi-37)
‘ 2) Commander Carrier Division TWO

3) Commander U.S. SIXTH Fleet '

4) Commander Air Force, U,S. Atlantic Fleet

5) Directes, U.S. Naval Aviation Safety Center

4 1

.

Subj: MarAttAkron 324 Aircraft Accident Report serial 13-55 forwurding of

l.. Forvarded, concurring with the conclusions and recom.endaticns of the
M accident Board,

It is also recommended that all pilots be briefed to fly the firnal portion
their CCA approach with their aircraft trimrei as rearlv as possible for hands
flight so that in case of a momentary distraction to the pilot the plane will
to maintain attitude, altitude and heading.

A

- .“

S This comiand would like to reemphasize th-*urgent reed for: (a) Better and
~ more flexible radio installatjons both in Primary Fly and at the Landing Signal
Platform, and for (b) Altitude irformation for carrier controlled
final controller scopes.

)

( I tcoer ‘44.«.'& ‘

J. \E. LACUUTURE,
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ORIGINAL g
= ‘ 30 December 1955
‘|| FIRST DIDORSBMENT oo VMA-324 AAR Ser 13-55 concerning aD-4B Buno 132339
£ asccident occurring 13 December 1955, Pilot REUSSER
e ) ‘ ;
. From: Commanding Officer, Marine Attack Squadron 324
R Tot  Chief of Naval Operation (OR-57)
: Via: (1) Commander, Carrier Air Group SIX
E‘ (2) Commanding Officer, USS Lake Champlain (CVa=39)
: (3) Commander, Carrier Division Two

(4) Commander Sixth Floet

(5) Comander, Air Porce, U,3. atlantic Fleet
(6) Director, Naval aviation Safety Center

Subjt  VMA=324 AAR Ser 13-59; submission of

1, Porwarded, oconocurring with the recormendations and ocooclusions of the
Adroraft accident Board,
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At about 2027\ Lioutonant Colonel Kenneth L, NEUSSKR took of f from the

USS L'KE OH/MPLATN (CVA=39), ne the luader of a four plane division, The

of the flight was to mrke practice night carrier eontrolled appronchoa,
a: practice aprroach was suocessfully accomplished by the flight prior to
final recovery, Upon complotion of this practice appro-ch the flight was
rondesvousad, Tho flieht was thon clearod for anothor CC\, following two jote,
to a efuled finnl landing,

Lieutonan* Colonel "EUSSEN was in the first D following tho two jet air-
eraft, Tho F2H proceeding Lieutenant Colonel MFUSSER had rocuived n wave off
by the 130 on 3C! final, The FAH pilot then was cluared for a normnl enrricr

ch which Alsc oculminated {n anothcr wave off, The FH pilot romainud in
the pattorn for A sooond normel approach, A8 tho F2H turnod off the 180 degro:
‘position, thc \D was on final CC/ aoproximately 28 tc 3 miles aft of the car-
rier, /t this time the CCA final comtrollur advised Lioutennnt Colonel REUSSEK
of the presence of tho jot and shortly afterwards askod Licutenant Colonol
TRUSSER 4f he had tho jet in sight, Lioutenant Coloncl TEUSSE’" thon shiftod
his attention from his instrument flying tc lock for the jot aireraft, Bef ro
ho eould shift back t~ his instrumcate hc hacd lost encugh altitudo sc that
hs alreraft had contactod tho water, (TEFER TO NCL 9),

Lieutenant Colonel "EUSSET wvacato” thce sireraft and, aftor inflating his
pararaft, floated until rcecuud by » whalobont from the !'SS GOODINICH,

30. Damage to /lrcraft

N\ Upon initial emtact with the water the 1onding guar wns apparently
oollapsed cor shearod and the prooeller rceeivod sufficiont ‘"mage t cnause
axgessive vibration, The aireraft bounced back in the air but was vibrating

00 badly that the pilnt immedintely eut the throttlo and exccutod a water
lanting. Tho aireraft was then lost at sea,

3. Ihe Investignticn
The investigetion of the ncecicent rovenlod the frllrwing fnacts:
A, That Licutenant Ccloncl TWEUSSEIl was on an wthcrizod flight,

be That Lieutonsnt Colonel EUSSER is crneicderecd fully qualified for
. this type fNight,

6« That Licutenant Colonel NEUSSER wns opurating uncer the positive control
of the 0CA final eontroller,

w‘ assignod altitude for this portion of the appr-ach was two

k- d,
. hundred
at the time Lisutenant Colonel NEUSSEN was on final aporoach an

Golone)l NEUSSER was on an assigned OCA frequency and the
landelaunch froguoney, These froquencies did not
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g That Primary Fly and tho L3O were in a positive radic contact with tho

’
he That the pilot hae beon acdvisod of the presence of the F2H aireraft
the GCA fimal entroller and was asked by the final controllur if he had
et in .1‘:\'-0

i, Tiat therc wns approximately a thirty soend delav in Primry Fly's
BOSSARe ' "3' t affoet a wave off of tho /D,

Jo That t wave ~ff wae given to the pilot bt {t wanr ¢ Jate {n that
the erash scou. o +v abmt the same time,

ke That Lieutconant Cclonel "AUSSKEN had the eancpv el ned at time  f
impaot to add radio reception and that the normal an' amoreoncy canopy «poning
44” nt work, Howover, ho waa ablo t° ‘pen 1t manunlly with ne
d‘mm"o

1, Mat ti.o L9 racir hat n ¢ buen eut {n by CCA t« the fruquuncy of
th, approaching /D, The guneral proeccurc f ‘he GC . erntrollor has buen b
out in the L8C's ra’io whon the aireraft (s nt A range of wrroximatoly twe
mides,

me That the presort radio altimeter installation {s undesirable in that
the instrument 18 orntrolled by tho "non-flight" {nstrument rhoostat anc that
the rheostat must de tumed full bright before thoe {nstrumnt can be vasily
read, This position oausce all ~ther non-flight {nstrumonts t. be uncomfort-
Ably tright tc the pilot, In a'diti n t- tho above lighting preblurs, the

necec.ily ~f switohing the altitucde rengo ewiteh at tho rol~tivoly low altitude
of LOO=600 feet 18 consicorod an undosirable fosturo,
32, The Jpalvais 1

An anAlysis of tho facts unocvered in thy investigaticn in'icates that the

1o attantion was “istracte” from instrument flying at a critical moment
advige from the CCA fina) erntrcoller thot ancthor aireraft, that the pilot
‘ boen mmre ~f, was in the vicinity, This mment-ry divorsion from strict
instrument flight resultod in a loss ~f approximately two hundred foet of altitu
a water
Purther

% vave o0F the

i
§F

revealod that Primwry Fly ha’ been conserned over the

the adreraft tc each other an’ had told the CCA eontroller

zrm‘iu AD, But, because ~f tho fact that the message was
&0 oirouit an’ the resultsnt Felay, the mossage reached

f his sent raft an’ 141 ket, Lieutenant Colonel
afonte by 2 bwo

-

moans of his 1ife jacket flares used
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' wm hy'raulie pressure to remder inoperative the normel eancpy opening

|

2, The failure ~f the amergency systom can be explained only by twe (2)
prosibilitice, Eithor the pressure in the emcrgency air bottle was low or
there was n restriction or break in the line caused by the {mmnet with th
water, It is folt that the frrmur possibility can be eliminatod in that
the plane captain "n? the pilot whe had flowm the planc that swe "ftornocn
state” that the Air dottle pressurc was satisfrctory,

3. £ cn
a, Conclusions,
Tt s orneluded thaty

1. PHInt error ie the prinary ctus. «f this aireraft accidont in thnt
the pilot Allowed the afiroraft to lose altitu’o At A eritica] timo,

2 Thu presence ~f - th r adreraft br ught ¢t the pil t's attuntion
by the OCA final eontroller to tho pllot, was & erntribut ry fact r in that {t
caused the pilot tn be Aistrroto’ frm his e neuntratirn on instrumnt flying.

3. Tho fact that emergoney radic o ntact with ~ireraft in the immediato
vioinity of the ship by a single visunl crntre]l ngency is not nvailablo is A
very unsatisfactory situation,

. e " system that ormbinee tho nermal earricr aprroach and earrior
eontrolled apormach 48 an uneafe practice, (Nefor to Enel (10) £ r sample CCA
prooodure) unless A definite procecure is ostablished for giving ~ne aireraft
preforcnce m' waving off the othor befory the situation booomus dangerous,

S« The canopy failed t~ funoti-n “ue to probable crash damage,

I N -

: b, Reccmmencations,
It 40 recommonded that:

1 Ocntinuing eephasis be placed on the noccssity f striot attention
‘S0 fl4ght instrumente when instrument flight is being onn‘uoted, .

| Ay 2 Traffio oontrol procedurse be ostablished to prevent ceourrence of
L Ahe eonfitirne existing at the time of the nceicent, This would include an
- M wave=off for all aireraft within three miles on a CCA final approash
- vheR o 40 anghher aireraft ineice of the 100 degree position on A normal

e

/7
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tnstaliation an’ mintenance eost well wrrth while, It 4s c nsiceorod that this
19 an urgent roouirement that shrul! roceive immecinte action,

.

be ALl Adreraft be provicdod with a Mnm%ﬂvlﬂ’ww the h
oanopy from the ineide similar to that now installed in the ndreraft.

8§, Pilots bo ma‘o aware ~f the faet that the eansrv oporiting systoms
aro not nfossarily infallible sepeoinlly After they have buon ‘amag .’ by » orash,

6, CC/ erntrollors eut in tho L3O ra‘ic on the appr-ach froqu ncy as
oArly as poseitlo ‘unending upon traffic eonditirns,

7¢ Installation of auto pilots with a "maintain luvel flight" fonture
ueing the now high accurncy Altimeters bo ensicervd for a1l plancs that are
destinoed t~ fly froquontly from carriers At night,

8, A1l approach é-ntrollors bo ecmpletoly meaquainted with the pilot's
dependence n flight instrumonts Auring nisht and instrument c niti n aprroaches
and the required eontinual visual ensontrati-n on the vori-us flight instru-
monte, 0o theat Alstrneting Airectirns will nt be given, If 7 prosmuetive
ecllision conditirn exists the contr-ller must sivo the pilct he 18 eontrolling
A oafo hoating t~ fly that will av {4 the eollisi'n,

9. Purther offerts be macdeo - chtain aAltitute as well as dirceti-nal
informaticn for earrior orntrrlled approach final erntrollor seopes similar t-
that now available to OC/ fina) contr-1lurs, ec that the final eontr 1lors will
be able t~ aive nilots rltitudo as well as hoa'ing eorroetirns,
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On 1) December 1955 at 2087 hours, I tock off fram the USH Lake Champlain in
s scheduled Carrier Controlled Approash flight. !
5 t

was the leader of a N1 our (4) AD airoraft, wi wae
i s
was the section r and Miret Lieutenant
the four position. The take off and rendetvous
were normmal, however dus to ffic and cloud conditions, clearamce to begin
Carrier cmwm operations was delayed until approximately 213§,
One r Control Approach was completed, the flint was rondes-
run wes started., The Carrier Control approach sontroller
a final approach to a landing. at no time during this approach
or acknovledge for wave off instructions. My npproach was
normal manner until I was placed under positive volce control
rrier Control approach controller. at a position of twe (&
the esarrier at an .Lmuaw red (200) foet, the alrerift
was in a landing condition with tail , sanding gear, and flips down,
At this time [ rvoeived a transmiseion from the Carriur Control apjroant
eontroller infoming me thot there was a Jet alrcraft in ny area, This trone
mission was followed by an imetruction to tum to a heading of twe hundred
and forty (240) degrees to the right. Thinkin, that wile turn wis given °
avold the Jet airoraft my appreash was ocontinued, The next tpansnienion
reofived from Carrier Control Approash was "dc you sec Lhe Jut!", sy -
ediate renotion was fear of a mid=air oollision and iy uyes Jult the lp=-
oraft instruments in an effort to looate the Jut, | Lmwed! t Ly roturme |
By attention to my instrument scan and noted tht the altirctor wam lndl
sating serc, The gyro Borison (ndioatoed nose and wing levil. a8 @ raplad
added power and rotated the airoraft to a slightly rore nose up praitiog
o alropaft made initial contact with the woter., [he lrerift bounced int

2
5

ig
Sl-

the alr, howwwer the vibpetion wis 8¢ intense th t | ro.llecd W ' the drerf!
would not rwmain airbomoe, [ then nut the throttie, concentrated nony gyr
horison and settled dack into the wrter, The entire croah Landing win o §e

ducted on instruments,

Dus to thu amoothness of the finil impact »nd the Llntunmlty { e lpepaf?
vibration) | am of the opinion that the initial Limet she rod 4 vrerafh
landing gear and bunt the propeller Blades,

T™he aliromaft remained afloat for approxinatuly one wwd onw hall 13 rinutus,
therefore escape was not difficult; however the f{ollowing ¢ dfunction of th
was encountered. The canopy was in the closed position ' the tims

of the creash. when the canopy control was pliced in the cvpen position the

did not cpen, When the control was placed in th. werguncy position

hear the emergency air leaking, but the cnnopy still did not upen,

I then opaned the canopy mamually without furthor difficulty. In ordor to

more Qlearly hear the CCa controller's instructions ! du not nomally vpen

¢ canopy until I have picked up the Landing bignal (ffiour. vilot
oquipnept operated perfectly and through thie nens of [lares, water=

proof flashlight and survival whistle, I assistud the 055 »t LnlCH in locating

5y 1ife ruft,

My scmments concerning the subject nccident arv as follows:
1. Waen flying Carrier Controlled approaches st night ot on altitude
of 200 feet, and with an indefinite horison, I do not consider it possible

$0 be under the Contrel of the Carvier Control approach final comtroller and
‘o iy his instructions unless the pilot is operating on instru-

P':'_&,_ confirollers must be made aware of this
" atl % the 's attention from the ocockpit, I
XX "p-:!nu-. Off* when the jote prosence was

R e
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I believe this accident could have been avoided:

l. By my initiating my own wave off when first advised th:t there was
another aircraft in the vicinity,

2, By the Carrier Control approach final controller giving me a wave
off.,

3. By my not allowing my attention to become divertcd from ny instru-
ment ecan and inadvertantly allowing the aircraft to lose altitude.

Lo g By the Primary Flight Control officer, who had visual contact with
both aircraft, being provided with direct radio contact, thoreby having the
capability of giving a "wave off" without going through the talker systen
to request the final Carrier Control Approach controller to transcit the
wave off instruc@ons.

-, s
"»‘11 (//.///4‘111

KENNETH L, reUSobat
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' _m CRa OF AD-4B BUNO
. . USKC, PLLOT

h\{r:.w on the night of 1) December 1955 I was ot my Flight
in ry Fly Control, directing the rvoovery of alrepalt,

but with a falr horison. The seheduled rvcovury it tnis
Fliis, 0 Do and 1 add: wll alreraft wurv to bu brought

In the event of a wawe off, the waved off adroruft was

or A normal ocarrier landing. «8 usual the Jjute were numbur

i
i

f

§s¢
3
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ry proteeded as scheduled, [ do not rumenbur now whelher just
the FaMs rvoeived a wave off, The Prd Fly lug shows an inturefl
tween the lunding times of the 2 Jete so It would appear Ut
second Jet alrorait reccived a wave of'; howsver, Wiis is not toe

g
!

:
: g;

£

e F2H continued in a norwal carrier approsch, te [lret .le appesred

rt quarter in their CCAs. A8 the F2H started his tum At the

to appear tut an uncomfortable situstion was developing, due

apparent rate of closure of the F2H in the normal pattern and the firet

Hﬁn‘u, 1 told my talker, [N - wil Cin to wave off e
tald me he got An acknowledgement [ram UCa, 1 wollmate this

tely 30 seconds before the crash. Snortly wivieafter, as e

in their approach, the Al was observed Lo get very low und then

ppeared. The LSC then same up on prirary land/launch and sald

the water aft on the port quarter.

LERS
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¥
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$:zt
il
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&

plame
My primary duty on board is assistant . ir Officer, ! have held this billet

for approximately 5 montha. I have over 1L yuars aviation experience and 320C
hours flight time,




ol ACCIDEET OF oB-40 B0 131
the night of 13 December 19355, as Carrier Air Oroup SIX Duty Officer, |

wae in Primary Flight Control aboard the USS LaBe Champlain (CVAi-139),
™is
and re
Pamy, (

All siroraft were to make a radar ocontrolled approash to final under contr: |
of the ship's Carrier Control appreach unit,

The firet Banshee landed at approximtely 2203 fellowed Ly 1 secordd Banshios
wvhich was waved off at about 2205 by the Larding Signal Uffieor, This secord

g

i» the normal duty station for the Air Oreup Duty Offlcer during launch
ocovery of alroraft, The second night recovery, whiesh onnaistad of tw
Banehees) and several AD airoraft, was scheduled for 2200 ablc Lime,

Banshee was instrusted, over the Land lLauneh Net by the Primary Fly Officer,
to remain in the Patterr’ and make a normal appreach., The pliot of 'ho Banshoo
s normal approach and called at the 180° pogition it whieh time the
firet AD, LX=1l, plloted by Lie Colenel REUSSEN, wap roportoed by Carrier
Control Approach to be on his fi approach At six (6) milos, Since six (8)
“miles afforded sufficient room to allow tho Banshee te Lind ahesd of 1X-1,
the Banshee pilot was cleared te sentinue for 1 sween' ap;reach, This -

|

proach was too low and he was "waved of f" by 'he Lunding olgnal fflebr, The
Banghee pilot was again instruetud to make A normil “pproich by tho br.mary
Flight Comtrol,

The Banshee pllot roported for the third approasch at the 1807 position for his
turn to final and gave his fuel status, He wis clewared to continu his ip=
proach, at whieh time information win received {rem Carrier Control approach
oOver the 2J0 (Sound Powered Telephone) Cireuit trat LXe-l wis on final t threo
(3) miles, The 2J0 talker was dirocted by Primary Flight Centrol to instruet
Carrier Control Approach to "wave off" tho firat D, The 2J06 talkor nad dig-
fioulty in getting through to the 2JG talker for Carrier Comtrnl approach and
a delay of approximately thirty (30) secords duveloped, Durirg this Jolay the
Banshoe and AD were closing on what appeared to be . col.islon course, with the
Barshee entering the finaldightly nearer the ship than the . [ho &0
talker was told again to tell Carrier Control approach Lo wave off the D aire
eraft, No acigowlodgement was received from Carrier Control approach,

At about 2212 Able, and a fow soconds after the last wawe of f instructions
were initiated into the 2JC system, the lights of tho 4D aircraft disappeared
at about one mile on the Carrier Control approach firmal, Thc Banshee landed
sboard without further ineident,




USN concerning aircraft accident
{mvelving AD-4P® BuNo 132339 occcuring 12 December 1955, PILOT REUSSER,

On the night of December 13, T was the Lanting Signal Officer controlling
the final portion of Carrier Controlled Approachos, An F2H-4 had been waved
off on final OCA and had remained in the pattermn upwind communcing a normal
type carrier approach. On the second approach the F2H was again given
wave off Wnd, after proceoding upwind, cammenced a third aprroach, During
the interw] following this second wave off and tho commoencumunt of tho tiird
approach, T noticed two sots of aireraft lights at aprroximatcly a LS degree
angle to the ship's course And at An estimted cight rilos astorn apparent ly
on A CCA, As the F2H turned off the 180 degree prsition, the first oncoming
adreraft on NCA apreared to be on the same LS degrec bearing ns bofore and had
olesed to about throe and one-half miles asturn, [ comrencod working the F2H
on the paddles between the 90 and LE dogree positin, As the F2H aprroachod
the 45 degree position, I could see in the background that tho [irst ne rming
CCA airoraft was getting extromely low. I told the othor L300 st ard v tonind
me %0 o)) and tell him he was low, He commenced cnlling n t! |
handeet b\t within several soconds the aireraft contsctod tno w' r L 1oy
talker to inform Primary Fly that there wag n rlane in tho wit r, w! .
the Pa continued L{te ~poroach and landed mboard,

T™he amshed alreraft appesrod t- gontaet the wat  r ~t © very sh 11 w angle in
thad the wing lighte moment-rily dimmed and thon apronrod sgain bufom finally
disappearing,

T™e other L8O on the radic {nformed me thathe A1d nt bollove our CCA handset
had been shifted over te the final anoroach frequency of tho orashed alroraft
in Shat no steers or dircotione t- the nilot by NCA had boen heard by him,

T™is acoddent might hawe been nrovented {f an ARC=27 set, whioch coul ! be
oot up easily W quiokly m Ouard ehamnol, werv wallable on the 130
platform,

1'SN
néing 84pwv)] Offtowur,




srarent or Loon [N, ci1c oFFIci., COMCRANING e CruSH OF LT,
COL., RRUSSER ON 13 UBCEMBER 1955,

after the plans was tumed over from the traffic controller to the CU,
final controller I cbserved the track cof the aireraft on the final controllers
scope up until the aircraft crashed, During this approach there was a Jjet
aircraft dowrwind in a normal carrier landing pattemn, which had been giwen
a wave off by the landing signal officur upon eampletion of a UlUwn approach,

The jet appeared on the final controllers scope which was in the nommal
pattern pand was at o rangv of approximately one mile tuming inbound for the
deak. At this time the oD aireraft was at a range of two and one-halfl milus,
8ince there was still a very slight closure of the two alreraft [ advised th.
final ocontroller to advise the pilot of the b th t theru ws 2 planc ahead of
him at one and A half miles crossing loft to rignt, The controller did thie
and when the distance between the jet and .l had zlosed to onw and onu quarter
miles the range began to opoen since the Jet was thun in the groove, I oinfomed
the controller when the «U was at two and a half miloe Lo bring hin on in e
the jet would start to cpen thu rangu as soon s he wis L th. Groove., Th
opening of the range botween the jot and AD did tuke place prior o the crosth,

tely thereafter at a range of sppraximatoly two ond one gu rtoer oo
the pound powerevd talker received instructions ovor tho Lot = rnd KUY .
sound powered cireuit to give the oL a wive off, I nuard o controller giw
the AD a wave off tulling him thy rvason for swmo, onortly thor ftor I onoard

that the aD had crashed,

R LN
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FoF AD-AN  BUREINOLERER 112949, PUOT Rels bk

On the night of 13 December 1955, Coleonel HWRULLER with a flight of four
AD=4 aireraft was breught in for landings abcard this ship under OC, eontrol,
A8 traffic controller I received him from the piokup controlier and cleared
him to continue his approach, To the best of my reccllectien his spproach
was normal in all i1espects throughout the phase under ny control,

At appraximately 7§ miles from the ramp he was turmed ovir Lo the final
oontroller. Onoce assured that he was under contrel of the final controller
I stopped concentrating on him and began working cliosely with the foliowin
airopaft, Colomel huULLEN continued to track nommally on ny radar scoje
until lost in the sea retumm atl approximately three milees.

1 heard the [O0=tk] FLY=CUaA sound power pnone talaur instruct the fina,
controller tv give the Colonel a wave off bwcause of an approaching Jet and
observed the controller give the wave off, Very shortly thogwaft. r e el
that Colonel WrlLORK had creshed inte the water,

Liuvdtenant,

(6)



L LU L r ol b
NG THE ALHCRAFT ACCILENT OF AD-4F, DURGAL humben 132339, il
Lisutenant Colonel REUSSER's aireraft was turned over to me at approxi-
mately 6 miles by the traffi ller. at approximatuly 25 miles [ was
told by Lieutenant Commander to advisw the pilot of the Jet in the
pattern in front of him, I did so and asked the pilot if he had him In sight.
The pilot came back garbled and to the best of my knowledgu ne said samething
about "can't see very well out of the coockpit", I rogured for that and gawve
ther instructions back to the "On course" line, Lisutenant Command.r
had told me to bring him on in and it lookud like we had plunty of time,
s all happened in & few soconds. MHe was st At approaximatoely the same
range when .ir Controlman First Clase d, our sound powarvd phonw
talke®, told me te t%oll him to take & wave of f, ! gave nim an iminodiate
off to the right, gave him thu reason for wave off and switchoed him t

LB o
Puttor
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Uu.S5,35, LAKE CHAMPLAIN (CVA-39)
AEROLOCICAL OFFICE

SRl BRICAT
INSSRUCTIONS: The man with the obesrvation duty {n sidition te

entering a complete observation in the official logs, (11l in all of
the following infomstion and will file this form in the Aerclopi al
Mle's under the section H4=2B (Crash Reports), along with the work shest,

- e O W e W " W W W W W W s m e m m wm w w om - - - o= - - = = owm o=

Time__22ll (loenl) gl (GCT) CATE__ 1244
Plane No, # bod « T VNS IUAD No._Limand
Position: Lat, 40°%291 bong, J1° L a1 course <l 3peed
Sky & Ceiling 000 Fiol SCAllaa Tiei b 1ty 10
Westher mnd otstruction to vision lutemlttont tiin wcud 5-"U0 fe t,
Seas leve] pressure: Millibars__ L0..2 Inches a2kt
Temperature Ll Dew Foint £7 Relative Humidity &

Wind:  Apparent Direction__ji7 (degrees) Velcoity
True Direction_ gly __(degroes) -"-/Lm"!'.;.' i
Altimeter Setting V. o)

RBMARKS SiA VATSR TRMPOUTURE 4 WOAD 'S,

A43

Obtserver (3ignature Rank/MRate




OCA Pattern of
the AD Alrorsft

/

/

A 3 ¥iles
' B Y 24 Mileo
* /
/

/

C Aater Landing

LA

NOT 70 8CALE Noranl Approach
Pattern of the
F2H Alroraft

—t

Positions A, B and C show corresponding
itione of the AD and F2Y juet prior
0 and at the time of the accident,




v m - ON Y W
Follow instruction
of final ocontrolle

or 3 ain parrel
to :%{p -

# oouree.
Turn left needlo
width turn.At 800!
r:x till btrd-do?
indiontes 40° of
teil. Turn toward
ship ehlp and
follow inet, of

i il

flape and

follow ine
final

fren.

needle
of Bird-

i
Turn to

STANDA R!-!OLD

P.TTTRN 160 KT8,
RIGHT HAND TURN,

Loandor will ocall
departing down
wind.

Lovael 160 knote

onv (1) minut
outbound for Lvipy
2000' nltitudo min,
3 minut n

R

Loader oall broak-
ing.

90 scoond intorval
on brvﬂko

21

1 minute betwoon
dsoendi ng plancs,






